Friday 

December  30,  1988 


Part  VIII 

Department  of 
Transportation 

Federal  Aviation  Administration 
14  CFR  Part  71 

Proposed  Establishment  of  an  Airport 
Radar  Service  Area;  San  Jose,  CA; 
Notice  of  Proposed  Rulemaking 


{ 

s 


53272  Federal  Register  /  Vol.  53,  No.  251  /  Friday,  December  30,  1988  /  Proposed  Rules 


DEPARTMENT  OF  TRANSPORTATION 
Federal  Aviation  Administration 
14  CFR  Part  71 

[Airspace  Docket  No.  88-AWA-3] 

Proposed  Establishment  of  an  Airport 
Radar  Service  Area;  San  Jose,  CA 

AGENCY:  Federal  Aviation 
Administration  (FAA),  DOT. 
action:  Notice  of  proposed  rulemaking. 

summary:  This  notice  proposes  to 
establish  an  Airport  Radar  Service  Area 
(ARSA)  at  San  Jose  International 
Airport,  CA.  This  location  is  a  public 
airport  with  an  operating  control  tower 
served  by  a  Level  V  Radar  Approach 
Control  Facility  and  a  Level  III  Limited 
Terminal  Radar  Approach  Control  in  a 
Tower  Cab  (TRACAB).  Establishment  of 
this  ARSA  would  require  that  pilots 
maintain  two-way  radio  communication 
with  air  traffic  control  (ATC)  while  in 
the  ARSA.  Implementation  of  ARSA 
procedures  at  this  affected  location 
would  promote  the  efficient  control  of 
air  traffic  and  reduce  the  risk  of  midair 
collision  in  terminal  areas. 
date:  Comments  must  be  received  on  or 
before  February  13, 1989. 
addresses:  Send  comments  on  the 
proposal  in  triplicate  to:  Federal 
Aviation  Administration,  Office  of  the 
Chief  Counsel,  Attention:  Rules  Docket 
[AGC-204],  Airspace  Docket  No.  88- 
AWA-3,  800  Independence  Avenue, 

SW.,  Washington,  DC  20591. 

The  official  docket  may  be  examined 
in  the  Rules  Docket,  weekdays,  except 
Federal  holidays,  between  8:30  a.m.  and 
5:00  p.m.  The  FAA  Rules  Docket  is 
located  in  the  Office  of  the  Chief 
Counsel,  Room  916,  800  Independence 
Avenue,  SW.,  Washington,  DC. 

The  informal  docket  may  also  be 
examined  during  normal  business  hours 
at  the  office  of  the  Regional  Air  Traffic 
Division. 

FOR  FURTHER  INFORMATION  CONTACT: 

Betty  Harrison,  Airspace  Branch  (ATO- 
240),  Airspace-Rules  and  Aeronautical 
Information  Division,  Air  Traffic 
Operations  Service,  Federal  Aviation 
Administration,  800  Independence 
Avenue.  SW.,  Washington,  DC  20591: 
telephone:  (202)  267-9254. 
SUPPLEMENTARY  INFORMATION: 
Comments  Invited 

Interested  parties  are  invited  to 
participate  in  this  proposed  rulemaking 
by  submitting  such  written  data,  views, 
or  arguments  as  they  may  desire. 
Comments  that  provide  the  factual  basis 
supporting  the  views  and  suggestions 


presented  are  particularly  helpful  in 
developing  reasoned  regulatory 
decisions  on  the  proposal.  Comments 
are  specifically  invited  on  the  overall 
regulatory,  economic,  environmental, 
and  energy  aspects  of  the  proposal. 
Communications  should  identify  the 
airspace  docket  and  be  submitted  in 
triplicate  to  the  address  listed  above. 
Commenters  wishing  the  FAA  to 
acknowledge  receipt  of  their  comments 
on  this  notice  must  submit  with  those 
comments  a  self-addressed,  stamped 
postcard  on  which  the  following 
statement  is  made:  “Comments  to 
Airspace  Docket  No.  88-AWA-3.”  The 
postcard  will  be  date/ time  stamped  and 
returned  to  the  commenter.  All 
communications  received  before  the 
specified  closing  date  for  comments  will 
be  considered  before  taking  action  on 
the  proposed  rule.  The  proposal 
contained  in  this  notice  may  be  changed 
in  the  light  of  comments  received.  All 
comments  submitted  will  be  available 
for  examination  in  the  Rules  Docket 
both  before  and  after  the  closing  date 
for  comments.  A  report  summarizing 
each  substantive  public  contact  with 
FAA  personnel  concerned  with  this 
rulemaking  will  be  filed  in  the  docket. 

Availability  of  NPRM’s 

Any  person  may  obtain  a  copy  of  this 
Notice  of  Proposed  Rulemaking  (NPRM) 
by  submitting  a  request  to  the  Federal 
Aviation  Administration,  Office  of 
Public  Affairs.  Attention:  Public  Inquiry 
Center,  APA-230,  800  Independence 
Avenue.  SW..  Washington,  DC  20591,  or 
by  calling  (202)  267-3484. 
Communications  must  identify  the 
notice  number  of  this  NPRM.  Persons 
interested  in  being  placed  on  a  mailing 
list  for  future  NPRM’s  should  also 
request  a  copy  of  Advisory  Circular  No. 
11-2A  which  describes  the  application 
procedure. 

Background 

On  April  22, 1982,  the  National 
Airspace  Review  (NAR)  plan  was 
published  in  the  Federal  Register  (47  FR 
17448).  The  plan  encompassed  a  review 
of  airspace  use  and  procedural  aspects 
of  the  ATC  system.  Among  the  main 
objectives  of  the  NAR  was  the 
improvement  of  the  ATC  system  by 
increasing  efficiency  and  reducing 
complexity.  In  its  review  of  terminal 
airspace,  NAR  Task  Group  1-2 
concluded  that  TRSA's  should  be 
replaced.  Four  types  of  airspace 
configurations  were  considered  as 
replacement  candidates.  Model  B, 
subsequently  redesignated  ARSA, 
became  the  recommendation  by  a 
consensus. 


In  response,  the  FAA  published  NAR 
Recommendation  1-2.2.1,  "Replace 
Terminal  Radar  Service  Areas  with 
Model  B  Airspace  and  Service"  in 
Notice  83-9  (July  28, 1983;  48  FR  34286) 
proposing  the  establishment  of  ARSA’s 
at  the  Robert  Mueller  Municipal  Airport, 
Austin,  TX,  and  the  Port  of  Columbus 
International  Airport,  Columbus,  OH. 
ARSA's  were  designated  at  these 
airports  on  a  temporary  basis  by  SFAR 
No.  45  (October  28, 1983:  48  FR  50038)  in 
order  to  provide  an  operational 
confirmation  of  the  ARSA  concept  for 
potential  application  on  a  national 
basis. 

Following  a  confirmation  period  of 
more  than  a  year,  the  FAA  adopted  the 
NAR  recommendation  and,  on  February 
27, 1985,  issued  a  final  rule  (50  FR  9252; 
March  6, 1985)  defining  an  ARSA  and 
establishing  air  traffic  rules  for 
operation  within  such  an  area. 
Concurrently,  by  separate  rulemaking 
action,  ARSA’s  were  permanently 
established  at  the  Austin,  TX,  and 
Columbus,  OH,  airports  and  also  at  the 
Baltimore/Washington  International 
Airport  Baltimore,  MD,  (50  FR  9250; 
March  6, 1985).  The  FAA  has  stated  that 
future  notices  would  propose  ARSA’s 
for  other  airports  at  which  TRSA 
procedures  were  in  effect. 

Additionally,  the  NAR  Task  Group 
recommended  that  the  FAA  develop 
quantitative  criteria  for  proposing  to 
establish  ARSA’s  at  locations  other  than 
those  which  are  included  in  the  TRSA 
replacement  program.  The  task  group 
recommended  that  these  criteria  take 
into  account,  among  other  things,  traffic 
mix,  flow  and  density,  airport 
configuration,  geographical  features, 
collision  risk  assessment,  and  ATC 
capabilities  to  provide  service  to  users. 
This  criteria  has  been  developed  and  is 
being  published  via  the  FAA  directives 
system. 

The  FAA  has  established  ARSA’s  at 
125  locations  under  a  paced 
implementation  plan  to  replace  TRSA’s 
with  ARSA’s.  This  is  one  of  a  series  of 
notices  to  implement  ARSA’s  at 
locations  with  TRSA’s  or  locations 
without  TRSA’s  which  warrant 
implementation  of  an  ARSA. 

Related  rulemaking 

This  notice  proposes  an  ARSA 
designation  at  a  location  not  identified 
as  a  candidate  for  an  ARSA  in  the 
preamble  to  Amendment  No.  71-10  (50 
FR  9252).  Other  candidate  locations  will 
be  proposed  in  future  notices  published 
in  the  Federal  Register. 
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The  Current  Situation  at  the  Proposed 
ARSA  Locations 

San  ]ose  International  Airport  is  a 
public  airport  with  an  operating  control 
tower  served  by  a  Level  V  Radar 
Approach  Control  Facility  and  a  Level 
III  Limited  Terminal  Radar  Approach 
Control  in  a  Tower  Cab  (TRACAB).  The 
airport  operations  at  this  airport  are 
quite  varied  as  to  the  mix  of  aircraft. 
Speeds  range  from  the  extremely  slow  to 
the  maximum  speed  allowed  under 
regulations,  with  maneuverability 
varying  from  the  extremely 
maneuverable  to  the  slower 
maneuvering  aircraft  Although  most 
aircraft  landing  at  San  Jose  International 
Airport  are  sequenced  with  the  aid  of 
radar,  airspace  and  operating  rules  are 
not  established  by  regulation. 
Participation  by  pilots  operating  under 
visual  flight  rules  (VFR)  is  voluntary, 
although  pilots  ere  urged  to  participate. 
This  level  of  service  is  known  as  Stage  11 
and  is  provided  at  some  locations  not 
identified  as  TRSA's.  The  NAR  Task 
Group  recommended  and  the  FAA 
adopted  the  establishment  of  numerical 
criteria  to  allow  airports  such  as  San 
Jose  International  with  safety,  traffic 
and  other  needs  to  become  candidates 
for  ARSA’s  regardless  of  the  presence  of 
aTRSA. 

San  jose  International  Airport  is 
rapidly  becoming  more  heavily  used  by 
numerous  air  carriers  and  air  taxis.  The 
2343.698  passengers  boarded  annually 
far  surpasses  that  of  250300  annually 
adopted  as  being  necessary  for  ARSA 
candidacy. 

The  NAR  Task  Group  stated  that, 
because  there  are  different  levels  of 
service  offered  in  terminal  areas  such  as 
San  ]ose  International  Airport,  users  are 
not  always  sure  of  what  restrictions  or 
privileges  exist,  or  how  to  cope  with 
them.  Stage  II  services  offered  at  San 
Jose  International  Airport  include  traffic 
advisories  and  sequencing  to  the 
runway  but  do  not  include  conflict 
resolution  in  the  terminal  airspace. 
Participation  in  this  program  is  strictly 
voluntary.  The  only  service  available 
outside  the  airport  traffic  area  is 
separation  for  instrument  flight  rule 
(IFR)  traffic  and  VFR  traffic  advisories 
as  an  additional  service.  Some  believe 
that  the  voluntary  nature  of  Stage  II  at 
airports  with  moderate  activity  levels 
does  not  adequately  address  the 
problems  associated  with 
nonparticipating  aircraft  operating  in 
relative  proximity  to  the  airport  and 
associated  approach  and  departure 
courses.  There  is  strong  advocacy 
among  user  organizations  that  terminal 
radar  facilities  should  provide  all  pilots 
the  same  service  in  the  same  way,  to  the 


extent  feasible,  within  standard  size 
airspace  designations. 

Certain  provisions  of  FAR  §  91.87  add 
to  the  problem  identified  by  the  task 
group.  For  example,  aircraft  operating 
under  VFR  to  or  from  a  satellite  airport 
and  within  the  airport  traffic  area  (ATA) 
of  the  primary  airport  are  excluded  from 
the  two-way  radio  communications 
requirement  of  §  9137.  This  condition  » 
acceptable  until  the  volume  and  density 
of  traffic  at  the  primary  airport  dictates 
further  action. 

The  Proposal 

The  FAA  is  considering  an 
amendment  to  §  71.501  of  Part  71  of  the 
Federal  Aviation  Regulations  (14  CFR 
Part  71)  to  establish  an  ARSA  at  San 
Jose  International  Airport  CA,  which  is 
a  public  airport  with  an  operating 
control  tower  served  by  a  Level  V  Radar 
Approach  Control  Facility  and  a  Level 
III  Limited  Radar  Approach  Control  ic  a 
tower  cab  (TRACAB).  The  proposed 
location  is  depicted  on  a  chart  in 
Appendix  1  of  this  notice. 

Section  91.88  of  the  Federal  Aviation 
Regulations  (14  CFR  Part  91)  defines  an 
ARSA  and  prescribes  operating  rules  for 
aircraft  ultralight  vehicles,  and 
parachute  Jump  operations  in  airspace 
designated  as  an  ARSA.  The  ARSA  rule 
provides  in  part  that,  prior  to  entering 
the  ARSA.  any  aircraft  arriving  at  any 
airport  in  an  ARSA  or  flying  through  an 
ARSA  must  (1)  Establish  two-way  radio 
communications  with  the  ATC  facility 
having  jurisdiction  over  the  area;  and  (2) 
while  in  the  ARSA,  maintain  two-way 
radio  communications  with  that  ATC 
facility.  For  aircraft  departing  from  the 
primary  airport  within  the  ARSA,  two- 
way  radio  communications  must  be 
maintained  with  the  ATC  facility  having 
jurisdiction  over  the  area.  For  aircraft 
departing  a  satellite  airport  within  the 
ARSA.  tw7o-way  radio  communications 
must  be  established  with  the  ATC 
facility  having  jurisdiction  over  the  area 
as  soon  as  practicable  after  takeoff  and 
thereafter  maintained  while  operating 
within  the  ARSA. 

All  aircraft  operating  within  an  ARSA 
are  required  to  comply  with  all  ATC 
clearances  and  instructions  and  any 
FAA  arrival  or  departure  traffic  pattern 
for  the  airport  of  intended  operation. 
However,  the  rule  permits  ATC  to 
authorize  appropriate  deviations  from 
any  of  the  operating  requirements  of  the 
rule  when  safety  considerations  justify 
the  deviation  or  more  efficient 
utilization  of  the  airspace  can  be 
attained  through  such  deviations. 
Ultralight  vehicle  operations  and 
parachute  jumps  in  an  ARSA  may  only 
be  conducted  under  the  terms  of  an  ATC 
authorization. 


The  FAA  adopted  the  NAR  task  group 
recommendation  that  each  ARSA  be  of 
the  same  airspace  configuration  insofar 
as  is  practicable.  The  standard  ARSA 
consists  of  airspace  within  5  nautical 
miles  of  the  primary  airport  extending 
from  the  surface  to  an  altitude  of  4.000 
feet  above  that  airport’s  elevation,  and 
that  airspace  between  S  and  10  nautical 
miles  from  the  primary  airport,  from 
1,200  feet  above  the  surface  to  an 
altitude  of  4,000  feet  above  that  airport's 
elevation.  Proposed  deviation  from  die 
standard  has  been  necessary  at  some 
airports  due  to  adjacent  regulatory 
airspace,  international  boundaries, 
topography,  nr  unusual  operational 
requirements. 

Definitions,  operating  requirements, 
and  specific  airspace  designations 
applicable  to  ARSA's  may  be  found  in 
Federal  Aviation  Regulations  1 71.14 
and  1 71301  (14  CFR  Part  71),  and  $  91.1 
and  §  91.88  (14  CPR  Part  91). 

For  the  reasons  discussed  under 
“Regulatory  Evaluation."  die  FAA  has 
determined  that  this  proposed  regulation 
is  not  a  “major  rule"  under  Executive 
Order  12291  and  is  not  a  “significant 
rule”  under  DOT  Regulatory  Policies 
and  Procedures  (44  FR 11034:  February 
26. 1979). 

Regulatory  Evaluation 

The  FAA  has  conducted  a  Regulatory 
Evaluation  of  the  proposed 
establishment  of  this  additional  ARSA 
site.  The  major  findings  of  that 
evaluation  are  summarized  below,  and 
the  evaluation  is  available  rr  the 
regulatory  docket. 

a.  Costs 

Costs  which  potentially  could  result 
from  the  establishment  of  an  additional 
ARSA  site  fall  into  the  following 
categories: 

(1)  Air  traffic  controller  staffing, 
controller  training,  and  facility 
equipment  costs  incurred  by  the  FAA. 

(2)  Costs  associated  with  the  revision 
of  charts,  notification  of  the  public,  and 
pilot  education. 

(3)  Additional  operating  costs  for 
circumnavigating  or  flying  over  the 
ARSA. 

(4)  Potential  delay  costs  resulting  from 
operations  within  an  ARSA. 

(5)  The  need  for  some  operators  to 
purchase  radio  transceivers. 

(6)  Miscellanous  costs. 

It  has  been  the  FAA’s  experience, 
however,  that  these  potential  costs  do 
not  materialize  to  any  appreciable 
degree,  and  when  they  do  occur,  they 
are  transitional,  relatively  low  in 
magnitude,  or  attributable  to  specific 
implementation  problems  that  have 
been  experienced  at  a  very  small 
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minority  of  ARSA  sites.  The  reasons  for 
these  conclusions  are  presented  below. 

The  FAA  expects  that  the  additional 
ARSA  site  proposed  in  this  notice  can 
be  implemented  without  requiring 
additional  controller  personnel  above 
current  authorized  staffing  levels, 
because  participation  in  radar  services 
at  this  location  is  already  quite  high,  and 
the  separation  standards  permitted  in 
the  ARSA  will  allow  controllers  to 
absorb  the  slight  increase  in 
participating  traffic  by  handling  all 
traffic  much  more  efficiently.  Further, 
because  controller  training  will  be 
conducted  during  normal  working  hours 
and  these  facilities  already  operate  the 
necessary  radar  equipment,  the  FAA 
does  not  expect  to  incur  any  appreciable 
implementation  costs.  Essentially,  the 
FAA  will  modify  its  terminal  radar 
procedures  at  the  proposed  ARSA  site  in 
a  manner  that  will  make  more  efficient 
use  of  existing  resources. 

No  additional  costs  are  expected  to  be 
incurred  because  of  the  need  to  revise 
sectional  charts  to  incorporate  the  new 
ARSA  airspace  boundaries.  Changes  of 
this  nature  are  routinely  made  during 
charting  cycles,  and  the  planned 
effective  dates  for  newly  established 
ARSA’s  are  scheduled  to  coincide  with 
the  regular  6-month  chart  publication 
intervals. 

This  rulemaking  proceeding  and 
process  will  satisfy  much  of  die  need  to 
notify  the  public  and  educate  pilots 
about  ARSA  operations.  The  informal 
public  meetings  being  held  at  each 
location  where  an  ARSA  is  being 
proposed  provides  pilots  with  the  best 
opportunity  to  learn  both  how  an  ARSA 
works  and  how  it  will  affect  their  local 
operations.  The  expenses  associated 
with  these  public  meetings  are 
considered  costs  attributable  to  the 
rulemaking  process;  however,  any  public 
information  costs  following 
establishment  of  a  new  ARSA  are 
strictly  attributable  to  the  ARSA.  The 
FAA  expects  to  distribute  a  Letter  to 
Airmen  to  all  pilots  residing  within  50 
miles  of  an  ARSA  site  explaining  the 
operation  and  configuration  of  the 
ARSA  finally  adopted.  The  FAA  also 
has  issued  an  Advisory  Circular  on 
ARSA's.  The  combined  Letter  to  Airmen 
and  prorated  Advisory  Circular  costs 
have  been  estimated  to  be 
approximately  $500  for  each  ARSA  site. 
This  cost  is  incurred  only  once  upon  the 
initial  establishment  of  an  ARSA. 

Information  on  ARSA’s  following  the 
establishment  of  additional  sites  will 
also  be  disseminated  at  aviation  safety 
seminars  conducted  throughout  the 
country  by  various  district  offices.  These 
seminars  are  regularly  provided  by  the 
FAA  to  discuss  a  variety  of  aviation 


safety  issues  and,  therefore,  will  not 
involve  additional  costs  strictly  as  a 
result  of  the  ARSA  program. 
Additionally,  no  significant  costs  are 
expected  to  be  incurred  as  a  result  of  the 
follow-on  user  meetings  that  will  be  held 
at  each  site  following  implementation  of 
the  ARSA.  These  meetings,  which  will 
allow  users  to  provide  feedback  to  the 
FAA  on  local  ARSA  operations,  are 
being  held  at  public  or  other  facilities 
which  are  being  provided  free  of  charge 
or  at  nominal  cost.  Further,  because 
these  meetings  are  being  conducted  by 
local  FAA  facility  personnel,  no  travel, 
per  diem,  or  overtime  costs  will  be 
incurred  by  regional  or  headquarters 
personnel. 

The  FAA  anticipates  that  some  pilots 
who  currently  transit  a  TRSA  without 
establishing  radio  communications  or 
participating  in  radar  services  may 
choose  to  circumnavigate  the  mandatory 
participation  airspace  of  an  ARSA 
rather  than  participate.  Some  minor 
delay  costs  will  be  incurred  by  these 
pilots  because  of  the  additional  aircraft 
variable  operating  cost  and  lost  crew 
and  passenger  time  resulting  from  the 
deviation.  Other  pilots  may  elect  to 
overfly  the  ARSA  or  transit  below  the 
1,200  feet  above  ground  level  (AGL) 
floor  between  the  5-  and  10-nautical- 
mile  rings.  Although  this  will  not  result 
in  any  appreciable  delay,  a  small 
additional  fuel  bum  will  result  from  the 
climb  portion  of  the  altitude  adjustment, 
which  will  be  offset  somewhat  by  the 
descent. 

The  FAA  recognizes  that  the  potential 
exists  for  delays  to  develop  at  some 
locations  following  establishment  of  an 
ARSA.  The  additional  traffic  that  the 
radar  facilities  will  be  handling  as  a 
result  of  the  mandatory  participation 
requirement  may,  in  some  instances, 
result  in  minor  delays  to  aircraft 
operations.  The  FAA  does  not  expect 
such  delay  to  be  appreciable.  The  FAA 
expects  that  the  greater  flexibility 
afforded  controllers  in  handling  traffic 
as  a  result  of  the  separation  standards 
allowed  in  an  ARSA  will  keep  delay 
problems  to  a  minimum.  Those  that  do 
occur  will  be  transitional  in  nature, 
diminishing  as  facilities  gain  operating 
experience  with  ARSA’s  and  learn  how 
to  tailor  procedures  and  allocate 
resources  to  take  fullest  advantage  of 
the  efficiencies  that  an  ARSA  will 
permit.  This  has  been  the  experience  at 
most  of  the  locations  where  ARSA’s 
have  been  in  effect  for  the  longest 
period  of  time  and  is  the  recurring  trend 
at  the  locations  that  have  been  more 
recently  designated. 

The  FAA  does  not  expect  that  any 
operator  will  find  it  necessary  to  install 
radio  transceivers  as  a  result  of 


establishing  the  ARSA  proposed  in  this 
notice.  Aircraft  operating  to  and  from 
primary  airports  already  are  required  to 
have  two-way  radio  communications 
capability  because  of  existing  airport 
traffic  areas  and,  therefore,  will  not 
incur  any  additional  costs  as  a  result  of 
the  proposed  ARSA.  Further,  the  FAA 
has  made  an  effort  to  minimize  these 
potential  costs  throughout  the  ARSA 
program  by  providing  airspace 
exclusions,  or  cutouts,  for  satellite 
airports  located  within  5  nautical  miles 
of  the  ARSA  center  where  the  ARSA 
would  otherwise  have  extended  down  to 
the  surface.  Procedural  agreements 
between  the  local  ATC  facility  and  the 
affected  airports  have  also  been  used  to 
avoid  radio  installation  costs. 

At  some  proposed  ARSA  locations, 
special  situations  might  exist  where 
establishment  of  an  ARSA  could  impose 
certain  costs  on  users  of  that  airspace. 
However,  exclusions,  cutouts,  and 
special  procedures  have  been  used 
extensively  throughout  the  ARSA 
program  to  alleviate  adverse  impacts  on 
local  fixed  base  and  airport  operators. 
Similarly,  the  FAA  has  eliminated 
potential  adverse  impacts  on  existing 
flight  training  practice  areas,  as  well  as 
on  soaring,  ballooning,  parachuting, 
ultralight  and  banner  towing  activities, 
by  developing  special  procedures  to 
accommodate  these  activities  through 
local  agreements  between  ATC  facilities 
and  the  affected  organizations.  For  these 
reasons,  the  FAA  does  not  expect  that 
any  such  adverse  impact  will  occur  at 
the  candidate  ARSA  site  proposed  in 
this  notice. 

b.  Benefits 

Much  of  the  benefit  that  will  result 
from  ARSA’s  is  nonquantifiable  and  is 
attributable  to  simplification  and 
standardization  of  ARSA  configurations 
and  procedures.  Further,  once 
experience  is  gained  in  ARSA 
operations,  the  flexibility  allowed  air 
traffic  controllers  in  handling  traffic 
within  an  ARSA  will  enable  them  to 
move  traffic  efficiently  and  with 
increased  safety. 

Some  of  the  benefits  of  the  ARSA 
cannot  be  specifically  attributed  to 
individual  candidate  airports,  but  rather 
will  result  from  the  overall 
improvements  in  terminal  area  ATC 
procedures  realized  as  ARSA’s  are 
implemented  throughout  the  country. 
ARSA's  have  the  potential  of  reducing 
both  near  and  actual  midair  collisions  at 
the  airports  where  they  are  established. 
Based  upon  the  experience  at  the  Austin 
and  Columbus  ARSA  confirmation  sites, 
the  FAA  estimates  that  near  midair 
collisions  may  be  reduced  by 
approximately  35  to  40  percent.  Further. 
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the  FAA  estimates  that  implementation 
of  the  ARSA  program  nationally  may 
prevent  approximately  one  midair 
collision  every  1  to  2  years  throughout 
the  United  States.  The  quantifiable 
benefits  of  preventing  a  midair  collision 
can  range  from  less  than  $100,000, 
resulting  from  the  prevention  of  a  minor 
nonfatal  accident  between  general 
aviation  aircraft,  to  $300  million  or  more, 
resulting  from  the  prevention  of  a  midair 
collision  involving  a  large  air  carrier 
aircraft  and  numerous  fatalities. 
Establishment  of  an  ARSA  at  the  site 
proposed  in  this  notice  will  contribute  to 
these  improvements  in  safety. 

c.  Comparison  of  Costs  and  Benefits 

A  direct  comparison  of  the  costs  and 
benefits  of  this  proposal  is  difficult  for  a 
number  of  reasons.  Many  of  the  benefits 
of  the  rule  are  nonquantifiable,  and  it  is 
difficult  to  specifically  attribute  the 
standardization  benefits,  as  well  as  the 
safety  benefits,  to  individual  candidate 
ARSA  sites. 

The  FAA  expects  that  any  adjustment 
problems  that  may  be  experienced  at 
the  ARSA  location  proposed  in  this 
notice  will  only  be  temporary,  and  that 
once  established,  the  ARSA  will  result 
in  an  overall  improvement  in  efficiency 
in  terminal  area  operations.  This  has 
been  the  experience  at  the  vast  majority 
of  ARSA  sites  that  have  already  been 
implemented.  In  addition  to  these 
operational  efficiency  improvements, 
establishment  of  the  proposed  ARSA 
site  will  contribute  to  a  reduction  m 
near  and  actual  midair  collisions.  For 
these  reasons,  the  FAA  expects  that 
establishment  of  the  ARSA  site 
proposed  in  this  notice  will  produce  long 
term,  ongoing  benefits  that  will  far 
exceed  the  costs,  which  are  essentially 
transitional  in  nature. 

International  Trade  Impact  Analysis 

This  proposed  regulation  will  only 
affect  terminal  airspace  operating 
procedures  at  selected  airports  within 
the  United  States.  As  such,  it  will  have 
no  affect  on  the  sale  of  foreign  aviation 
products  or  services  in  the  United 
States,  nor  will  it  affect  the  sale  of 
United  States  aviation  products  or 
services  in  foreign  countries. 

Regulatory  Flexibility  Determination 

The  Regulatory  Flexibility  Act  of  1980 
(RFA)  was  enacted  by  Congress  to 
ensure  that  small  entities  are  not 
unnecessarily  and  disproportionately 
burdened  by  government  regulations. 
Small  entities  are  independently  owned 
and  operated  small  businesses  and 


small  not-for-profit  organizations.  The 
RFA  requites  agencies  to  review  rules 
that  may  have  a  significant  economic 
impact  on  a  substantial  number  of  small 
entities. 

The  small  entities  that  potentially 
could  be  affected  by  implementation  of 
the  ARSA  program  include  the  fixed- 
base  operators,  flight  schools, 
agricultural  operators  and  other  small 
aviation  businesses  located  at  satellite 
airports  within  5  nautical  miles  of  the 
ARSA  center.  If  the  mandatory 
participation  requirement  were  to 
extend  down  to  the  surface  at  these 
airports,  where  under  current 
regulations  participation  in  radar 
services  and  radio  communcation  with 
ATC  is  voluntary,  operations  at  these 
airports  might  be  altered,  and  some 
business  could  be  lost  to  airports 
outside  of  the  ARSA  core.  The  FAA  has 
proposed  to  exclude  many  satellite 
airports  located  within  5  nautical  miles 
of  the  primary  airport  at  candidate 
ARSA  sites  to  avoid  adversely 
impacting  their  operations  and  to 
simplify  coordinating  ATC 
responsibilities  between  the  primary 
and  satellite  airports.  In  some  cases,  the 
same  purposes  will  be  achieved  through 
Letters  of  Agreement  between  ATC  and 
the  affected  airports  that  establish 
special  procedures  for  operating  to  and 
from  these  airports.  In  this  manner,  the 
FAA  expects  to  eliminate  any  adverse 
impact  on  the  operations  of  small 
satellite  airports  that  potentially  could 
result  from  the  ARSA  program. 

Similarly,  the  FAA  expects  to  eliminate 
potentially  adverse  impacts  on  existing 
flight  training  practice  areas,  as  well  as 
soaring,  ballooning,  parachuting, 
ultralight,  and  banner  towing  activities, 
by  developing  special  procedures  that 
will  aooommodate  these  activities 
through  local  agreements  between  ATC 
facilities  and  the  affected  organizations. 
The  FAA  has  utilized  such  arrangements 
extensively  in  implementing  the  ARSA’s 
that  have  been  established  to  date. 

Further,  because  the  FAA  expects  that 
any  delay  problems  that  may  initially 
develop  following  implementation  of  an 
ARSA  will  be  transitory,  and  because 
the  airports  that  will  be  affected  by  the 
ARSA  program  represent  only  a  small 
proportion  of  all  the  public  use  airports 
in  operation  withir  the  United  States, 
small  entities  of  any  type  that  use 
aircraft  in  the  course  of  their  business 
will  not  be  adversely  impacted. 

For  these  reasons,  the  FAA  certifies 
that  the  proposed  regulation,  if  adopted, 


will  not  result  in  a  significant  economic 
impact  on  a  substantial  number  of  small 
entities,  and  a  regulatory  flexibility 
analysis  is  not  required  under  the  terms 
of  the  RFA. 

List  of  Subjects  in  14  CFR  Part  71 

Aviation  Safety,  Airport  Radar 
Service  Areas. 

The  Proposed  Amendment 

Accordingly,  pursuant  to  the  authority 
delegated  to  tne,  the  Federal  Aviation 
Administration  proposes  to  amend  Part 
71  of  the  Federal  Aviation  Regulations 
(14  CFR  Part  71)  as  follows: 

PART  7 1 — DESIGNATION  OF  FEDERAL 
AIRWAYS.  AREA  LOW  ROUTES, 
CONTROLLED  AIRSPACE  AMD 
REPORTING  POINTS 

1  The  authority  citation  for  Part  71 
continues  to  read  as  fellows: 

Authority:  48  USjC.  1340(a),  1354(a).  1510; 
Executive  Order  10854: 49  ILS.C.  108(g) 
(Revised  Pub.  L.  97-449,  January  12, 1983);  14 

cpr  urn 

§  71.501  IJtanaadsd] 

2.  f  71-501  is  amended  as  follows: 

San  Jose,  CA  {Revised] 

That  airspace  extending  upward  from  the 
surface  to  and  including  4000  feet  MSL 
within  a  5-mile  radius  <rf  toe  San  Jose 
International  Airport  (laL  37°2l'4l'N.,  long. 
121‘55'38'W.J,  excluding  that  airspace  below 
2JBB0  feet  MSL  on  the  025*  bearing  from  the 
airport  at  5  miles  extending  southeastbound 
until  intercepting  a  point  on  the  142°  bearing 
from  Oakland  at  30  miles  (interchange  of  U.S. 
Interstate  101  and  280)  then  via  the  142* 
bearing  from  Oakland  until  intersecting  the  5- 
ariie  radius  of  the  airport;  and  that  airspace 
within  a  10-mile  radius  of  the  airport 
extending  upward  from  1.500  feet  MSL  to  and 
including  4,000  feet  MSL  on  the  142*  bearing 
from  Oakland  clockwise  to  the  180°  bearing 
from  the  airport,  and  that  airspace  within  a 
10-mile  radius  of  the  airport  on  the  160° 
bearing  from  the  airport  clockwise  to  the  303° 
bearing  from  the  airport  extending  upward 
from  2£00  feet  MSL  to  and  including  4,000 
feet  MSL,  exclading  that  airspace  west  of  the 
161°  bearing  from  Oakland,  and  that  airspace 
within  a  10-mile  radius  of  the  airport  on  the 
303°  bearing  clockwise  to  U.S.  Highway  680 
extending  upward  from  1,500  feet  MSL  to  and 
includii\g  4,000  feet  MSL,  exclading  that 
airspace  beyond  7  miles  on  toe  341°  beanng 
from  the  airport  extending  clockwise  until 
U.S.  Highway  680. 

issued  in  Washington,  DC.  on  December  27, 

1988. 

Harold  W.  Becker, 

Manager,  Airspace-Rules  and  Aeronautical 
Information  Division. 
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AIRPORT  RADAR  SERVICE  AREA 

(NOT  TO  BE  USED  FOR  NAVIGATION) 

SAN  JOSE,  CALIFORNIA 
SAN  JOSE  INTERNATIONAL  AIRPORT 
FIELD  ELEV.  56'  MSL 


/  IIVERMORE 


(•dwood  Ci 


BONNY  DOON 
Sv  (Pvt )rJ 


AITITUOES  ARE  MSI 
BEARINGS  ARE  MAGNETIC 


SANTA  CRUZ 
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